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U. S. NAVAL AVIATION SAFETY CENTER
U. S. NAVAL AIR STATION
NORFOLK 11, VIRGINIA

NASC/111/rw
Ser: 313
15 February 1962

SPECIAL HANDLING REQUIRED IN ACCORDANCE
WITH PARAGRAPH 70, OPNAVINST 3750.6D

From: Commander, U. S. Naval Aviation Safety Center
Tos Commanding Officer, Fighter Squadron ONE HUNDRED TWENTY FOUR

Subj: VF-12/ AAR ser 7-61 con U-2 BuNo 146982, accident occurring
9 September 1961, pilot

1. The subject report and all endorsements thereon have been reviewed. The
Naval Aviation Safety Center concurs with the comments and recommendations of
the Aircraft Accident Board as modified by subsequent endorsers.

2. The cause of this accident has been recorded by the Center indicating
material failure or malfunction as the primary contributing factor and
material failure (design) as an additional contributing factor.

By direction

Copy to:

BUWEPS (C-13) (2)
COMNAVAIRPAC

CINCPACFIT
COMPAIRSDIEGO
COMCARAIRGRU 12

CO MCAAS YUMA

CG FIRSTMAW

CG THIRDMAV

BUWEPSREP DALIAS

CO NAVPARAFAC EL CENTRO
CO VMP-334

CO VP-24, 51, 91, 111, 154, 191, 211
CO LIGHTPHOTORON 63




C-1312:HWM/4L45

SPECIAL HANDLING REQUIRED IN ACCORDANCE 10DEC 196}
WITH PARAGRAPH 70, OPNAVINST 3750.6D

FIFTH ENDORSEMENT on FITRON 124 AAR ser 7-61 concern F8U-2 BUNO
146982 accident occurring 9 September 1961 pilot

From: Chief, Bureau of Naval Weapons
To: Commander, U. S. Naval Aviation Safety Center

Subj: FITRON 124 AAR ser 7-61
1. Forwarded.

2. Buresu of Naval Weapons message 2014317 of October revised adjustment
procedures for the Wing Fold Sequence Valve to insure sufficient linear
travel. Lockwiring the adjustment nut is also directed. Applicable
publications are being revised accordingly.

3. The present statement concerning wing fold operation in all F8U
Flight Handbooks, "Operate Wing Fold lock lever to full aft detent ---"
is considered adequate.

4, Inspection and re-rigging of the wing spread sequence valve setting
is not considered necessary in view of the above action and upon incorpo-
ration of F8U, Aircraft Service Change 37k, Wing Fold Locking Mechanism
Inspection Ports.
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FF4-1/3750
Ser 80/ (357}

(O
SPECIAL HANDLING REQUIRED IN ACCORDANCE
WITH PARAGRAPH 70, OPNAVINST 3750.6D

FOURTH ENDORSEMENT on FITRON 124 AAR ser 7-61 comFSU-Z BUNO
146982 accident occurring 9 September 1961 pilot

From: Commander Naval Air Force, U. S. Pacific Fleet
To: Commander, U. S. Naval Aviation Safety Center
Via: Chief, Bureau of Naval Weapons

Subj: FITRON 124 AAR ser 7-61

1. Readdressed and forwarded, concurring in the comments and re-
commendations of the Aircraft Accident Board, as modified by the
subsequent endorsements.

2, As a result of this accident and the information gained in the
subsequent investigation, COMNAVAIRPAC message 230039Z of September
set forth in de the problem areas associated with the F8U wing
fold system. This message further required an immediate (not later
than next daily pre-flight) m':ieetion of the wing hinge lock mechanism
and security of the sequence ve locknut; this inspection to be
followed by a complete re-rigging of the wing fold system not later
than 6 October. The contractor was then requested to investigate
the sequence valve rigging to provide greater linear distance of the
adjusting bolt rigged position from the "critical" position. Chance
Vought letter AER-E1D-330 of 13 October concurred in the need to
provide greater linear distance on the adjusting bolt and the need
to clarify the wing fold rigging instructions presently contained
in the Handbook of Maintenance Instructions. COMNAVAIRPAC is
presently preparing an F8U Aircraft Bulletin to include all the
revised rigging procedures for the wing fold system. O%R Norfolk is
preparing ASC 374, which will provide wing fold locking mechanism
inspection ports. An ECP (Engineering Change Proposal) has been
submitted to BUWEPS which will rework the cockpit wing fold unlock
handle to preclude operating the wing fold actuating lever until the
unlock handle is in the full aft position.

3. For purposes of safety awards this accident is administratively
charged to FITRON 124,

Copy to:
BUWEPS (C 13)
COMNAVAVNSAFECEN

\ : .Q -~
FF4-1/3750
SPECIAL HANDLING REQUIRED IN ACCORDANCE

WITH PARAGRAPH 70, OPNAVINST 3750.6D

Copy to: (Continued)
(CODE AAP)
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FF7/3750
Serial:

il LY 4

SPECIAL HANDLING REQUIRED IN ACCORDANCE OCT 2 31861
WITH PARAGRAPH 70, OPNAV INST 3750.6D

THIRD ENDORSEMENT on VF-124 AAR 7-61 concerning F8U-2 BUNO 146982
accident occurring 9 SEP 1961, Pilot

From: Commander Fleet Air San Diego
To: Commander, U.S. Naval Aviation Safety Center
Vias: .- Commander Naval Air Force, U.S. Pacific Fleet

Subj: VF=124 Aircraft Accident Report ser 7-6l of 9 SEP 1961;

forwarding of

1. Forwarded, concurring with the comments and recommendations of the
Aircraft Accident Board as modified by subsequent endorsements.

Copy to:
NAVAVNSAFECEN
BUWEPS

CINCPACFLT

CHC (Code AAP)
OINC, NPU, EL CENTRO
BUWEPSREP, DALLAS
CO, MCAAS Yuma
1st, 3rd MAW

CO, VF=124

CO, VMF-334

CO, VFP=63
Co, VF-24
O, VF-51
CO, VF=-91
co, VF-111
CO, VF=154
Cco, VF-191
CO, VF-211
COMCVG=12
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Ser: 80/1051
6 00T 1961
SPECIAL HAMDLING REQUIRED IN ACCORDANCE WITH
PARAGRAPH 69 AND 70 OF OPNAV INST 3750,6D

SZCOND TNDORSEMENT on VF- 1 concerning F8U-2 BuNo 146982
occurring 9 SEP 1961, Pilot

From: Commander Carrier Air Group TWELVE
Tos Commander Naval Aviation Safety Center
Viat (1) Commander Fleet Air San Diego
(2) Commander Naval air Force, U. S. Pacific Fleet

Subj: VF-124 kiR 7-61; forwarding of

1, Forwarded, The primery cause of this accident is meterial/design
malfunction,

2. The fact that the hydraulic wing hinge pins can be adjusted to an
intermediatc position is a potentially dangerous situation and constitutes
an unacceptable design "booby trap" for thc operating forces. There is

a requiremcnt other than the prescnt mechanicel locking mechenism for
detcrmining that the hydraulic wing hinge pins ar. fully cxtended,

3. 44R Board recommendations:

(5) & simplc visual indicator is recomnonded thet will actuate
exclusively with fully extendod wing hinge pin novement, This combined
with tho prescnt mechanical lock would provide systen intogrity.

4. Concur with the recormcndations of thc bocrd and the rcmarks contained
in the first endorsement,

Copy tos

N.VAVNSLFECEN

BUWEFS

CINCPACFLT €O, VP-51

CliC (Codo ALP) Co, VF-91

OINC, NFU, E1 CINTRO C0, VF-111

m’ Dame CO. W-m

CO, MCLLS Yumn €O, VF-191

1st, 3rd MiW CO0, VF-211

€0, VF-124

CO. “-17‘ /,~
col m"" ’/"\g
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VF12L/00: al
ORIGINAL 2
29 September 1961

FIRST ENDORSEMENT on VF-12L AAR Serial 7-61 concerning F8U-2, BUNO 1L6982,
accident occurring 9 Sep 1961, Pilot“

From: Commanding Officer, Fighter Squadron ONE TWO FOUR (VF-12L),
U.S, Naval Air Station, Miramar L5, California

To: Commander Naval Aviation Safety Center

Via: (1) Commander Carrier Air Group TWELVE
(2) Commander Flecet Air San Diego
(3) Commander Naval Air Force, U,S. Pacific Fleet

Subj: VF-124 Aircraft Accident Report 7-61; forwarding of

1, Forwarded, concurring with the comments and recommendations of the
Adrcraft Accident Board as follows:

a, Comments, Concur,
b. Recommendations.

(1) Concur. Revision of the F8U-1 and 1E HMI, NAVWEPS Ol-L4511-A-
502 para 2-701A, should be accomplished in the same manner. The extension
check for the F8U-1 and 1E is covered in Figure No. 2-112 steps #25 and #26.

(2) Concur. The lock nut should be safetied to the plunger, then
the adjusting bolt ?g_z be safetied to either the lock nut or plunger. The
present situation of safety wiring the adjusting bolt to the plunger ignores
the primary purpose of "Safety wire", namely to guarantee the position of a
locking mechanism, in this case the lock nut,

(3) Concur,

(4) Concur. This caution has already been placed in the HMI of
F8U-1, -1E, -2, -2N aircraft as follows: "The wing fold door must be moved
through its complete travel until the door open detent is engaged to assure
proper operation of the hinge pin lock mechanism", This same caution note
should be added to the pilot's Flight Handbook, and promulgated to all
pilots immediately.

(5) Concur in part. Unless: (1) it is acceptable for the mechanical
locking mechanism to be left without an external visual actuation indicator,
or (2), the proposed wing hinge pin actuated external indicator is to indicate,
by mechanical series action, locked indications from both of the wing hinge
pin and mechanical lock, or (3), it is acceptable to have no external indica-
tion of either the wing hinge pin or mechanical locks being in place; it is
suggested that for normal operations, particularly carrier work, that an ex-
ternal indicator is mandatory and further that normally high incidence of
failure of a series micro switch arrangement as contemplated in the recom-
mendation leaves something to be desired. It is suggested that the present (
locking indicator arrangement might be satisfactory if the intent of ASC 303
was in fact accomplished,

SPECTAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6D, PARA. 70
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VF12L/00: a1
3750

2. COMNAVAIRPAC Report Symbol 3750-1 will not be submitted.

3. The COMNAVAIRPAC Safety Survey was completed in August 1961.

Copy to:

COMNAVAVSAFCEN (2cc direct Air Mail)
BUWEPS (lcc direct Air Mail)
CINCPACFLT

COMNAVAIRPAC

COMFAIRSDIEGO

CMC (Code AAP)

COMCARAIRGRU TWELVE

0IC, NPU, E1 Centro

BUWEPSREP, Dallas

CO, MCAAS, Yuma

1st MAW

3rd MAW

VF-17L

VMF-33L

VFP-63

VF-2L, 51, 91, 111, 15L, 191, 211

2

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6D, PARA. 70
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NAVAL SPEEDLETTER FRR-2138
Ser 5807

/L} 15 Sept 1961

Tos Commanding Officer (0&R)
Naval Air Station, North Island
San Diego 35, California
REQUEST FOR DIR F8U-2BUNO 14,6982 STBD OUTER WING PANEL AND COMPONENT PARTS
A. FITRON ONE TWO FOUR n@sm
B, FONECON H.GREENA NAS NORIS O%R/J. P. GINLEY BUWEPSFLTREADREPPAC
1. SUBJO(MHMPANELANDCG{PONM PARTS WERE DELIVERED BLDG 27 O&R

NAS NORIS, 15 JULY 1961.

2. REQUEST PRI THREE DIR. REF A AND B REFER.
3. ADVISE ALL CONCERNED FINDINGS EARLIEST.

’

JFRU-2p /VCPF2

Copy to:

FITRON ONE TWO FOUR

COMNAVAIRPAC

COMFAIR SDIEGO

COMCARAIRGRU ONE TWO
3, NAVAVSAFCEN

Bureau of Naval Weapons

Fleet Readiness Representative
Pacific

Naval Air Station, North Island
San Diego 35, California

WRITTEN IN LIEU OF A MESSAGE. PLEASE GIVE IT THE SAME CONSIDERATION
AS A RADIO OR TELEGRAPH MESSAGE. /

_—



NIRCRAFT ACCIDENT REPORT
OPNAY FORM 3790-1 (Rev. 12-89) PAGE 1

CIAL HANDLING REQUIRED in eccordence
" ith Para. 65, OPNAV INSTRUCTION 3750.6C

DRIGIAL.

=
1. A/CACCIDENT BOARD APPOINTED BY 2 DATE OF ACOIDENT VINE 02 3 SERAL NUMBER
Commanding Officer, Fighter Squadron =12} 9 SEP 1961 090LT | AAR 7-61
4. Commander 5. ENCLOSURES: (1) o 'g
T0: U,S, llavel iviation Safety Center @ Pilots's Statement
6 VIA: (1) Commanding Officer, FITRON 120 ®» Flight Leader's Statement
d Carricr Air Group TWELVE @ ond Flight L'QQQE'S Statement
@ _Co der, Fleet Air San Diego [ Wingman's Statement
=0 ry UsS, Naval Adr Force PacFlt|® Rynway Duty Officer's Statcment
g ? Helicopter Rescuc Report
» ® Photos of A/C Damage (L=F)
9 ® Phot
§ 7. REPORTING CUSTODWN (of dufferent tham sem 1. above) 8. ACTIVITY OPERATING A/C (s different sdem 7.)
= [5.%M0 OF FLIGHT | 10. TIE OF DAY wT 12. ELEVATION ABOVE SEA
g 16 Dowx Ko  [Jousx [ we %‘??Tz‘ge » Oun R‘“"{‘g:n VL 50,000 £,
5 13, PLACE OF LAST TARE OFF 14, euA&. W—Lron—tumal ¥
w| MCALS Yuma, Arizona mow MCAAS Yuma vo MCAAS Yuma
15, TYPE CLEARANCE
Ow Kwe [OQown [Muwow [ oreranona [ wmwars ] owect ngzl;’
16. TIE N FLGHT | 17. TYPE ACCIDENT 18. PHASE OF FLIGHT
0430 Ewliy G=8 L=(IN FLIGHT)
19. MODEL 20, SERIAL NO. 21 DAMAGE T0 A/C 22. DOLLAR COST | 23. ARSPEED (K1s.) 24, A/C WEIGHT
g | F8U=2 11,6982 B3+ O Oc Oo O O | 1,132,000 400-420 KIA 19,8004
75, LIST MODEL. SER NR, REPORTING CUSTODIAN AND DAMAGE CLASSIFICATION OF ANY OTHER A/C INVOLVED (Compleie ea OPNAY FORM 3 mﬁm
None imwolved)
1. NAME (Last, first ond middle initials) 2 Pl 3 AGE|* ThE Oha] 3 BiLET -wm’ﬂ
u 1st/L SMCR 3 Yrs.|Pilot |Cockpit E
COALOT

8. OFT - OPERATIONAL| 9. CPT. cOCKPIT 10. UNIT TO WHICH 11. TYPE INSTRUMENT
PERSONNEL | FLIGHT TRAINER PROC. TRAINER PERSONNEL CARD
masse | useo | mose | useo ARE ATTACHED
PLOT :‘ lcs L ¥os | Yos {Xes VF-12L, 8 smomo [ sercw
vEsS
% copLoT = [ sswomeo ] seecme
12 s OT COPLOT mEm PoT COPULOT
ALL MODELS 343 3 CV LANDINGS DAY/NIGHT 12/0
ALL MODELS IN FOLP LANDINGS
. ! 12 MONTHS 25143 e 145/0
&g [+ movELs INSTRUMENT HOURS
3 3 MONTHS AR LAST 3 MONTHS 646
@ o NIGHT HOURS LAST 3 MONTHS
o / oM 0
) [ TOTAL HELO. HRS. (Helo. AAR ) U
o/ om TOTAL JET HOURS (ot AR Only) 130342
wc o LAST FLIGHT, ALL oare | 9/8/61
o 7 o SERIES THIS MODEL L
3 initsols) onA ﬂ rue/seavice w0 | omc 1o wiick atracken |'ST0TY | BILLET FFea

e
REQUIRED IN ACCORDANCE WITH PLRA 7O, OPNAVINST 37

«0D
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OPNAY FORM 37501 (Rer 129 ANRCRAFT ACCIDENT REPORT OPNAY REFORT 37301
PAGE 2 g
1. COwnG 2 VSILITY 3 NST'S) S DEW POINT 6 ALTIMETER SETTING
Clear L0 l/Lﬂ luuuv_ afl 29480
7 OTHER WEATHER CONDITIONS {swindls aleff, icing levels, soa sate, ot (,—h-unnhu
(%
v FACTOR 7 " FACTOR | T FACTOR
PILOT LANDING SIGNAL OFFICER X |MATERIAL FAILURE OR MALFUNCTION
- .
g cREW OTHER PERSONNEL (Specify) x |oesian
ROLLING AND PITCHING DECK/
SUPERVISORY PERSONNEL ADMINISTRATIVE BOUGH SEAS
S| |MAINTENANCE PERSONNEL AIRPORT OR CARRIER FACILITIES x |UNDETERMINED
SERVICING PERSONNEL WEATHER OTHER (pid
FOR ACCIDENTS ABOARD DEPLOYED CARRIER (Complete following Section on Piler)
| DATE DEPLOYED 2. DAY - HOURS/LANDINGS LOGGED SINCE DEPLOYED 3. DAY HWOURS/LAMOINGS LOGGED LAST 30 DAYS

NA

4 INSTRUMENT MRS LOGGED SINCE

£ ocnoveg

5 NIGHT - HOURS/LANDINGS LOGGED SINCE DEPLOYED

6. MIGHT - HOURS/LANDINGS LOGGED LAST 30 DAYS

DEPLOYMENT
PART 1 MAINTENANGE, MATERIAL AND FAGILITIES DATA
5 DATE OF SERVICE MONTHS TOTAL FLIGHT MRS [FLIGHT HRS TYPE CHECK FLIGHT HOURS [NO, OF DAYS
g| mwomcrome | toum | SSTY | ovemwaus | overwaut [scceerance| pemrorwep | ustcmecn | st onecs
$ o] PIR —Cal
=129 FEB 60 1 17 1 PAR |L7.1 6648 |Major L741 19
:’mo:: s::::.u:o / 7 7 Z 7 % A
J57 -
'[5=20-59 [716 b63_llh9 1 |21745 | 68545 | Major U741 19
2
g
alil
Zle
4
g #. DID FIRE OCCUR? b. DID EXPLOSION OCCUR IN FUGHT?
[ eerore accoent m AFTER ACCIOENT D 10 NOT OCCUR Ovws w
& CHECK ¥ APPLICABLE @, WAS DIR BEEN REQUESTED? » FAILED COMPOMENTS WOLYED OLDA wWiNng hinge
*| [ awronsean s [Ow pins & mechanical locking ass.

CHECK ITEMS PRESENT IN THIS ACCIDENT

s. (] A/CDESIGN

b. [J A/C EQUIPMENT

& MAINT AND ENG FACTORS

d. [3 UNDETERMINED

e B tecHnicAL INSTRUCTION

g [ SURFACE FACILITIES

h. HUMAN ENGINEERING (eg., Cockpit
= configuracons, ex.) ke

¢. [J manTENANCE 1. [ OTHER (9eth) < eavenn LA T T el R amm——— Saesssnssaven
0. ALTITUDE AT MALFUNCTION | b AR SPEED | ¢ OPERATING TEMP & WEIGHT OF A/C OCC(i.LAO 1 KIND OF FUEL & FUEL PRESSURE
! 20,000° 420 gu| Normal 19, 800# 29.68% JP=l} Normal
« CAUSE OF ENGINE FAILURE OR FLAMEOUT

Not applicable

g '+ PUCL CONTROL REGUUATOR/CARDURETOR (List séock Gnd aer. nos., gioe time since aew or overhonlod) & EXTERNAL STORES ABOA A/C
18427 ‘! aw HZ']' Hours I None

SPECIAL HANDLING REQUIRED Hrftrtimmiteweramshettrd “o¥NAvINST 3750,6D
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OFRAY PORN 37301 e 12-990

OPNAY REPORT 3780 -1

PAGE 3 AIRCRAFT ACCIDENT REPORT _
ART ENANCE . MATERIAL AND FACILITIES DATA (C
1 GENERAL +f BASIC FACILITIES IVOLVED. DESCRMIBE EFFECT ON ACCIDENT IN THE ANALYSIS SECTION OF THE REPORT
»  CLEARANCE AUTHORITY i WATER LANDING AREA X | o CRASH AND RESCUE
b  FLIGHT PLANNING INFOR.
ey i, APPROACH ZONE r. SEARCH AND RESCUE
¢ L.Q",D'"G AIDS (GCA, CCA, ILS. k. END ZONE (Over run) s CATAPULT
d  TRAFFIC CONTROL TOWER ,
X bosbert I SHOULDERS t ARRESTING GEAR (Carrier)
e APPROACH AND ENROUTE AIDS ey u. BARRIER OR BARRICADE
TO NAVIGATION (Field or Ship)
1. - RUNWAY WATCH o PARKING AREA v. FLGHT DECK
¢ LANDING SIGNAL OFFICER o fl"““,"“ ARRESTING GEAR w  MIRROR
A/C SERVICING, HANDLING AND OTHER (Speaify)
h. RUNWAY DIRECTING (Fieid or Ship)
= 0 camewr B PRESSURL SETTINGS |c_WIND OVER DECA 6. RELATIVE WEADWINO| ¢ APPROACH SPEED
(SPM - 12 READWG)

3 EQUIPMENT INVOLVED.

[ smestwe cean

L MARR

- F|

WUNBLR  |g MODEL NUMBER

A LOCATION ON SiP

+ LAUNCHING BRIDLE AND CONFIGURATION USED

1+ CATAPULT / ARIESTING GEAR BULLETINS OR NOMOGRAMS USED

COMPLETED WHENEVER (1) A MAJOR AIRCRAFT ACCIDENY tm"s ARRESTING GEAR umz- AND/CR BARMCAOE £
R AND/OR BARRICADE EQUIPMENT MINOR

ViPMENT OR

& Tirs PORTION SoAL. O
% MRCRATT ACCIDENT INVOLVES nuuucnomucuuttsnncun BARRIE ACCIDENTS OR ROUTINE DAMAGE
CABLES, WELDINGS AND OTHER EXPENOABLE COMPONENTS NEED NOT BE RTPORTED.
DECK RAM CONTROL VALVE SETTINGS [accumurar- CommENTS
i £%GAGED runout | TRAVEL CONSTANT PRESSURE CONSTANT RUN. OR PRESSURE ‘.{:'-:,“:/,““_:'v":':ﬂ
i LAl oN) DOME (P S 1) RATIO OUT (WT L8S) Psh months in service)
*1 becx
PENDANT
DECK
PENDANT
BARRIER
BARRIER
BARRICADE
e
PAKT JSECTION] (TEM PART W1 g;mn (Continur on additional shevts) COPY DSTRIBUTION
I|A 5 | (10) Wing Spread Sequence Valve DIAGRAM 20C. NAVAVISAFECEN OIRECT
(11) Statements concerning Wing Locking Sequence | C.8UWEPS et
(12) Maintenance Officer's Statement

Dist. Cont'd
cC VF=

lcc VMF=334
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THE ACCOUNT
PART V = THE ACCIDENT

Lt 0831 local on 9 Scptember 1961, 1/LTHEE f1ying FéU-2
BUNO 146982 (Modex LOL), took off from MCALS Yuma, Arizona on a scheduled
gunnery flight as #2 in a flight of Le Following completion of approximately
9 gunnery runs at 20,000, the pilot started the next pass from what
he thought was a normal perch position., The run developed into an acute
angle-off situation so he decided to discontinue the run, and in doing so
passcd behind the banner (approximately 1200 feet 420 KIAS) with approximately
LG's. As he passed through the slip stream of the tow aircraft he was
flipped into a series of violent right hand cork-screw horizontal turns,
which developed into a vertical rolling dive. The pilot reduced power to
idle and following the third turn was convinced he waa in a spin, so startcd
spin recovery technique by blowing the leading edge droop downe Following
approximately 2& to right turns the aircraft hesitated, then started
into a left hand corkscrew motion for an additional two turns beforec the
pilot effocted recovery in a 100° nose down attitude at approximatecly 550 KIAS,
Full recovery to level flight was accomplished at LOOO' indicating 350 KILS.

The pilot commenced climbing then slowed to 300 KTS because of an
unstable feeling that he thought was caused by the leading edge droop being
down, and noticed he had lost utility hydraulic pressurce He adjusted the
side mirrors and noticed the right hand leading edge drcop and complete outer
wing panel were missing. (Sce enclosure 2) He continued climbing and while
passing through 6,000' was joined by the flight leader who had maintained
visual contact from the time right after he entered the corkscrew maneuver.:
The flight leader informed he had lost the RH inboard loading edge
droop, outer panel, RH ventral fin, and suggested slow flight.

(See enclosure 3) A4t 10,000 he attempted slow flight but was unable to
maintain posi ntrol below 250 KIAS. He continued climbing, hcading for
Yuma, LCDR flight leader for_th flight, was airborne at the
time of the accident and joined 1/LT and LT NN ncar Yuna,

and assisted in the controlled ejection at 20M south of Yuma near aux #2.

(See enclosure (L), ( & (6)) The pilot ejected at 20M 250 KIAiS, in a
right banke LCDR followed the aircraft to impact while LT

kept the pilot in sipght, At 11,000!' the ed, LCDR rceturned
to the area of the pilot, and relieved LT who had a low fuel
condition, The rescue helicopter at MCAAS Yuma had been alerted approximate-
1y 10 mine prior to ejection and was directed to the scene by the Yuma tower,
The pilot was observed descending in the parachute and subsequent pick

up was made at approximately 0930 local, (See enclosure 7).

)$
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The following aircraft sections of F8U«2 BUNO 146982 were lost or damaged
on inflight phase of this accidents

ae Starboard outer wing panel including its leading edge droop.
be Starboard center section leading edge droop.

ce Starboard ventral fin,

de Scratches and breaks in starboard fuselage skin,

The entire starboard outer wing panel, including the outer panel leading
edge droop, was broken off at the wingfold area while the aircraft was

in a gunnery run at 20,000 feet. Sometime during the vertical violently
rolling dive the starboard center section lcading edge droop tore away
from the aircraft, rolled under the wing and inflicted an arc of scratches
and brecaks in the starboard fuselage skin in the area just below the wing
leading cdge. When the center section droop went under the wing it hit and
carricd away the starboard ventral fin, Utility hydraulic pressure was
reduced to 500 pounds during the uncontrolled flight and shortly after
recovery dropped to zero.

After the pilot ejected at 20,000 feet, the aircraft assumed a
vertical right carkscrew motion and struck the ground in a near vertical
attitudes The aircraft exploded upon impact and sustained strike damagc.
See enclosures 8A through 8D for view of impact area and location of larger
pieces of wreckages ‘

Parts of the starboard wing (enclosure 8E) the wing fold mechanisms,
and the droop cylinders, which were located, were turned into O and R Noris
for DIR, (Sec enclosures 94 thru 9C and part VII - INVESTIGATION for
complete 1list of parts). The remainder of the aircraft was deamed not
salvageable and was relecased to 1lth Naval District for dispositione
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PART VII - THE TNVESTIGATION

Investigation by the Board included review of the pilots! and witnesses!
statements, interrogation of the pilot and witnesses, search for all
aircraft parts considered significant, inspection of all significant parts
recovered, study of the F8U wing folding and locking system, extensive
emperical testing of the wing folding and locking system on squadron
aircraft, review of the maintenance history of BUNO 146982, and a visit
to O%R North Island, San Diego, California.

Tt was determined that 1st LT [[ENllllll+2s on a duly authorized flight, for
which he was properly briefed and fully qualified., The flight progressed
in a normal manner until approximately the 9th gunnery run, at which time
the events transpired as described in PART V - THE ACCIDENT.

The gunnery banner utilized on this flight was recovered normally, and showed
no evidence of aircraft contact.

A search of the Chocolate Mountain gunnery range was commenced to locate
the parts that separated from the aircraft in flight. As the result of
this search, the following parts were found and recovered.

(1) Starboard outer panel wing and droop - see enclosure (8D)

(2) Starboard center section droovp, broken into two pieces with the
outboard actuating cylinder attached and the inboard actuating cylinder
missing.

(3) Starboard ventral fin, broken into three pieces, with about one
foot of the forward end missing.

It is apparent from the fact that the droop and ventral fin were located
13,000! further along the flight path of the aircraft (approx. 050° MAG),
that initially the starboard outer wing panel departed, causing the
uncontrolled right rolling maneuver described by the pilot and witnesses.
The starboard center section droop panel subsequently left the aircraft
as the emergency landing droop was extended.

A thorough search of the impact area yielded the following parts.

(1) Starboard aft, wing hinge pulling cylinder assembly, with a portion
of the starboard center section rib assembly attached. (See enclosure (9¢)).
See enclosure (9A) which shows the assembly in relation to the matching
portion of the starboard outer wing panel rib assembly.

(2) Starboard forward wing hinge pulling assembly with a portion of
the starboard center section rib assembly attached. See enclosure (9B),
which shows this assembly in relation to the matching portion of the starboard

outer wing panecl rib assembly.
6 / g
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(3) Starboard wing spread sequence valve assembly case, The plunger
and all internal portions of the valve assembly were missing, and not
subsequently recovered.

(L) Port wing spread sequence valve assembly, which was recovered
intact. The valve was subsequently dissassembled, revealing no evidence
of malfunction.

(5) A piece of the starboard aft wing hinge pin safety latch. There
was no apparent evidence of malfunction.

(6) A portion of the port center section wing fold rib with a portion
of the port outer wing panel rib held in place by the hydraulic hinge pins.
The hinge pins were fully home with picces of the mechanical locking
mechanism still in place.

(7) A portion of an inboard center section droop actuator, too badly
damaged to determine if it was port or starboard.

(8) Both wing fold actuating cylinders, too badly damaged to rcveal
any evidence of abnormal operation.

(9) Wing fold solenoid sequence valve, too badly damaged to reveal
any evidence of abnormal operation.

(10) Several bits and pieces of the starboard mechanical locking mechanism,
all too badly damaged to reveal any evidence of malfunction,

The starboard outer panel wing and droop, the starboard center section
outboard droop actuating cylinder, and significant parts recovered from
the impact arca (items 1,2,3,5 and 6 listed above) were forwarded to O&R
NAS North Island for D.I.R,.

Of particular interest was the starboard outer wing panel hinge area.

When the two hinge pin pulling cylinder assemblies recovered from the
impact area were mated to their appropriate positions on the outer panel,

it was obvious that the wing hinge pins were extended only through the
first outer panel lug in each case, (See enclosures (9A) & (9B)). Impact
forces upon aircraft contact with the ground is the only logical explanation
for the additional travel of the hinge pins.

At this point, the Board directed its efforts toward obtaining answers to
the following two {2) questions.

(1) Why were the wing hinge pins only partially extended?

(2) with the pins only partially extended, why did the wing hinge pin
manual locking system fail to indicate this condition?

A review of the maintenance history of the aircraft since squadron acceptance,
revealed no cvidence of previous wing folding, spreading or locking

e 7 r
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In answerin; the first qugstion, consideration af tho nature of the partial wing
hinge pin extension pointed to the wing spread sequenco value as the prime
suspect, The rigging of the wing spread sequence valve 1008463 or 1008)63-1
as stated in the HMI page 261 para #1179 is as followa:

(a) Removed aft pin pull cylinder access panel

(b) Loosen locknut and turn scquence valve adjusting bolt all the way
into valve

(c) Connect external hydraulic power
(d) Spread wings if folded

(e) With hydraulic power on, turn adjusting bolt out until it contacts
outer wing panel bracket and wing hinge pin extends

(f) Turn adjusting bolt out one full turn, tighten and safety locknut

(g) Manually push bolt in until it is bottomed and check for 0,05 inch
minimum clearance between bolt-hecad and bracket

An investigation was conducted on the operation of the scquence valves of

two different aircraft on the VF-12l, line, Referring to enclosure (10),

it can be seen that during the spread sequence, plunger "A" has to be
depressed by striker plate "B", unseating the spring loaded ball check valve,
before fluid can flow to the wing hinge pin actuating cylinders., Tests
showed that after the completion of step (e) of the rigging instructions
listed above, between 4 and 3/L turn-in of the adjusting bolt would allow
the wing hinge pins to go only partially home. To be more specific, the
pins extended approximately three inches cach, progressing only through onc
forward and one aft lug on the outer wing panel. Further test showed that
the difference in displacement of plunger "A" required for complete operation
and partial operation of the wing hinge pins resulted from 1/3 to % turn of
the adjusting bolt. One half turn of the adjusting bolt is equal to ,0178
inches. As stated in step (f) of the rigging instructions listed above, one
more full turm-out (.0357 inches) is rcquired for correct rigging. In other
words, the approximate overall displacement for proper rigging would be .0535
inches as a minimum, from the time the ball is displaced by plunger "A™.

If the system possesscd overall mechanical rigidity, this tolerance would

not be of particular concern, However, such is not the case, There arc
factors present in the system which tend to reduce the tolerance merely as

tho result of normal operation, An elongated, concave dopression developes

in the outer wing panel striker plate as the result of contact with the
adjusting bolt during ropeated folding and spreading of the wings. The average
striker plate depression on VF-12L F8U-2 aircraft was found to be ,012 inches.
In addition, the striker plates arc painted surfaces, and if the sequence
valve is rigged with the paint still presemt, subsequent wearing off of the
paint further reduces the displacement of the sequence valve plunger.

to which the striker plate is mounted. A very noticcable "oil canning" is
produced by moderate thumb pressure on the striker plate. This was found to
be of considerable significance.

8
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VWhen the spring loaded ball check valve is unscated, hydraulic pressure acts
against the internal surface area of the plunger attempting to force the
plunger out, This force is transmitted to the striker plate and its support
panel which "oil cans" or gives way, This "oil canning" movement is very
noticeable in the opposite direction when sequence valve internal hydraulic
pressure is relicved by selecting the wings folded position in the cockpit.
With sufficient misrigging of the adjusting bolt this mechanical give in the
system causes the spring loaded ball check valve to re-scat, s topping the
flow of hydraulic fluid to the wing hinge pin actuators. The re-scating of
the ball is evidenced by a noticeable chattering noise. UWith a hydraulic
pressurc gauge installed between the sequence valve and the wing hinge pin
actuators, a rapid pressure fluctuation was observed while the chattering
noise was ecvident, followed by a drop to O pressurc as hinge pin movement,
and the chattering noise, ceased.

Of interest is the fact that following original rigging of the wing spread
sequence valve and adjusting bolt, no periodic check or readjustment is
required during the scrvice life of the aircraft unless either a malfunction
of the system is discovered, or components of the system are replaced.

Two additional factors contributing to reduced system integrity are considerecd
worthy of mention.

(1) The locknut on the adjusting bolt cannot be effcctively safety wired
to the plunger in thc present configuration. This leaves the locknut frec
to work loose. The prescnt system of safety wiring the bolt as an attempt
to safety the locknut still permits some tur:iing indather direction,

(2) The plunger is free to rotate in its mounting, If a tight thread
fit exists between the adjusting bolt and the plunger, the possibility exists
that during rigging as set forth in paragraph (f) of the HMI, the plunger
may be inadvertently turned with the adjusting bolt.

To answer why the wing hinge pin manual locking system failed to indicate
incomplete cxtension of the wing hinge pins, two factors are considered
plausible.

(1) Failure of the pilot, during the wing folding cycle, to rotate the
cockpit wing locking lever fully aft into the detent.

(2) A malfunction of, or misrigging in the wing hinge pin lock control
system,

Investigation of the f, ibility (See enclosure (11)) began with
interrogation of LIJG the pilot of BUNO 146982 on thc previous

flight, who rovealed that he definitely recalls placing the locking lever

to the fully aft detent position, fee click into place prior to folding

the wings, Interrogat of lst LT rovealed that after the aircraft

was started he placed the locking lever fully down to the locked position,
utilizing his normal procedure of first squeezing the lever end to disengage

it from the detent. The forces associated with the movement of the wing

locking lever scemed to him to be completely normal, It is his belief that

the wing locking lever was fully aft prior to this action, He then observed //O

2.
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that the wing lock warning flags were not visible, and observed the plane
captain push up on each wing tip as a check for hinge pin extension, (This
is squadron standard operating procedure, If the hinge pins fail to
extend, approximately 100 pounds of upward force on t'e wing tip will
cause utility system pressure to the wing fold spread actuator to bypass
and the outer visibly move toward the folded position.)
Interrogation W AN, USN, plane captain of BUNO 146982 revealed
that he observed that the warning flags were not visible, and that he
performed the hinge pin cxtension check, as described above, on both
wing tips.

In the operational history of the F8U, one previous accident involving
malfunction of the wing fold/lock system is known to the members of the
Board, This accident, VF-21l AAR 2-59, involving an outer panel folding on
take off, prompted BUAER msg 062148Z of March 1959 which specified procedures
for checking the rigging of the wing manual locking systems, Subsequently,
F8U Aircraft Service Change No, 303 was issued. Significant portions of
this service change are quoted below.

"PURPOSE: To eliminate an unsafe condition due to partial actuation of the
wing hinge pin lock control handle or misrigging. It is possible to trap the
lock plungers with the latch which will permit subsequent operation of the lock
mechanism even if the lock pins are not in place.

DESCRIPTION OF INSTALLATION: This change involves removing .08 inch from
the lip of the wing hinge pin lock hatch. This cut provides relcase of the
spring loaded lock plunger at an earlier point in the wing hinge pin lock
cockpit control handle travel, {hereby reducing the ppobability of trapping
the spring loaded lock plunger behind the lock latch,. ¢ plungers are in-
stalled to prevent actuation of the lock handle in casc all of the lock pins
are not home, If the plungers are trapped by the latch an unsafe condition
can cxist,."

As is pointed out above, the probability of trapping the spring loaded lock
plungers behind the lock latches still exists. Emperical tests of the wing
lock mechanism were conducted on over half of VF-12L's aircraft. These tests
showed:

(1) The aircraft were all properly rigged.

(2) In every case, the cockpit wing locking lever could be positioned
to permit completely free movement of the wing spread/fold lever, with
resulting free movement of the hydraulic hinge pins, without the locking
latches having released any of the spring loaded plungers. In this condition,
all safety features of the wing lock mechanism are completely negated.

It is noted that none of the F8U flight handbooks emphasize the necessity
for ensuring full aft travel of the cockpit wing locking lever.

The condition as stated in item 2 above can also be achieved with the wing

hinge pin lock cockpit control handle in the full aft detent position, any
time the mechanical linkage between the cockpit and the wingfold area is \

sufficiently out of rig, ‘7
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Inspection of the maintenance records of the BUNO 146982 revealed that ASC 303
had been incorporated by the contractor prior to delivery of the aircraft to
VF-12l;, and that the provisions of BUAIR msg 0621L48Z of March 1959 had been
complied with. (See enclosure (12)) The inspection procedures set forth in
the BUAER msg were last accomplished at O&R North Island, San Diego, during a
acheduled PAR period. The aircraft was received from PAR on 22 August 1961,

' and the accident occurred on the L2nd subsequent flight., It is estimated that

the wings were folded during normal operations, a minimum of 8 times during

* this period,

Preliminary D.I.R. information indicates the strong possibility that the
hinge pins had been only partially extended on at least several previous
flights,

The accident Board visited O&%R North Island., The pertinent worksheets on BUNO
146982 were reviewed, and no discrepancies were noted. The members of the
Board inspected the F8U PAR line, and witnessed a demonstration of the wing
manual locking system check, There was no evidence of improper procedurecs.

It is noted, however, that if the manual locking system is found to be out of
rig, and is subsequently re-rigged, no written record of this fact will
appear. Also, after this checl is performed, as the aircraft progresses
through the PAR program, work may be performed in areas in which portions

of the manual locking system linkages and cables are located,
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PART VIII - THE ANALYSIS

In analyzing this accident, it is readily apparent that a dual material
malfunction occurreds The hydraulic wing hinge pins did not fully extend,
and the wing hinge pin lock system failed to indicate this unsafe condition,

a. Personnel Factors: Wing loc technique is not considered to be
a factor in this accident. LTJG is positive of his action of
placing the wing locking lever in the fully aft detent position. Once this
has been accomplished during the wing fold cycle, the pilot has done all he
can to ensure the incorporation of the safety features provided by the present
wing hinge pin manual locking system,

The fact that 1st/LT [ENSHinterpreted his maneuver as a spin, and

selected emergency landing droop as a corrective measure, can only be
regarded as a normal reaction considering his experience level in the aircraft,
and the fact that he has never been in a spin in the F8U, In fact, consider-
ing the violence of the maneuver, it is noteworthy that he succeeded in
accomplishing what most pilots have failed to accomplish in F8U spinning
maneuverse Lt is highly probable that the separation of the starboard center
section droop from the aircraft, as the droop was blown, is the main reason
lst/LTisucceeded in recovering the aircraft. The resulting difference
in angle of attack of the two wings apparently provided the margin of control
neededes It is the opinion of the board that the pilot handled his emergency
situation from beginning to end, in a thoroughly professional manncre

be ervisory Factors: There are no supervisory factors regarding pilot
instruction or .

There were no wing folding or locking discrepancies on this aircrafte Aircraft
Service Change No. 303 was incorporated and inspection of the wingfold hinge
pin lock mechanism as directed by BUAER message 06211487 of March 1959 had been
performed by VF=124 on each periodic inspections This inspection was last
accomplished by O & R North Island, San Diego, California. Inspection of the

i PAR worksheets, and observance of O & R procedures while performing the above
inspection, revealed no discrepancies, However, as is pointed out in the
investigation, no written recard will appear if the system is found to be out
of rig, and is subsequently re-riggedes Also, work may be subsequently performed
in areas in wvhich portions of the manual locking system linkages and cables
are located, and the possibility exists that inadvertant misrigging may result.
Unfortunately, the board was unable to gather any concrete evidence tending
to support or dispel the possibility of misrigging of BUNO 146982,

As was noted in the investigation, the present provisions of the HMI regarding

the rigging of the sequence valve, specifically state that the locknut is to

be safetied following riggings The locknut docs not have, nor to the knowledge

of the board has it ever had, the capability of being effectively safety wired,

The board was unable to discover a logical cxplaination for this discrepancye
12

SPECIAL HANDLING REQUIRED IN AGOG!DANCE WITH PARA 70, OPNAVINST 37506D 5

Y




O )

-

ce Material Failure or Malfunction: The failure of the wing hinge
pins to Tmy extend was the prTrE-ry. Tactor causing the outer wing panel
to separate from the aircraft during flight.e The fact that the separation
occurred on this gunnery run, vice one of the previous eight, can be
attributed to gust loads imposed on the outer pancl while flying through the
tow aircraft's slip stream, The pilot stated that he had been pullirg
approximately L4 G's on all runs.

Malfunction of the wing spread scquencc valve is considered to be the rcason
the wing hinge pins did not fully extend, As was brought out in the
investigation, a minute difference in plunger travel makes the difference
between partial and complete operation of the sequence valves The following
factors are always present which tend to further reduce this already minimal
dimension,

(1) The continuous wearing of a concave depression in the striker plate
as the result of contact with the adjusting bolt during the wing fold/spread
sequences

(2) "0il canning" or give in the striker plate and bulkhead to which
it is attached.

(3) The locknut on the adjusting bolt cannot be safety wired to the
plunger, and is thus free to work looses

(4) The sequence valve plunger is free to rotate in its mounting. A
tight thrcad fit between the adjusting bolt and the plunger may cause the
plunger to be inadvertantly turned with the adjusting bolt during the rigging
processe

A contributing factor in this accident was the failure of the wing hinge
pin lock system to indicate that the hinge pins were not fully extended,

Ls was pointed out in the investigation, a history of previous locking
malfunctions in the F8U prompted issuance of BUAER message 0621L8Z of March
1959 and ASC 303 dated 10 February 1960, ASC 303 was incorporated on BUNO
146982, and the provisions of the BUAER message had. been complied withe

The investigation has also shown that in spite of compliance with these
directives, it is still possible for the pilot to receive an indication that
would lead him to believe that the wing locking system had operated satis=-
factorily, when in reality a malfunction was present,

It is the opinion of the board that this situation existed in BUNO 146982
as the result of one or more of the following factarse

(1) Inadvertant mis-rigging of the manual locking system after the
last operational check was performed,

B
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(2) Normal wear or stretch of the cables and linkages causing enough
slack in the system to permit the spring loaded plungers to be retained by
the locking latches with the cockpit wing locking handle in the full aft
position,

(3) The procedure for checking the locking system as set forth in
BULER message 0621482, not being complied with to the fullest extent,

Positive evidence pointing to any of the above factors was not discovered

in this accident, However, preliminary DIR information indicates that the
wing hinge pins had been only partially extending for some time, It is

known that the wings of BUNO 146982 had been folded at least cight times since
the last major inspection by O & R North Island, It is the opinion of the
board that the wing lock control system was, in all probability, out of
adjustment for this cntire period.

d, Facilities: 411 the functions of MCALS Yuma that rclate to this
accident wore performed in an expeditious and professional manner, There
are no cause factors or discrepancies under facilities, HMR=462 provided
assistance in the search far and return of aircraft parts.

ce Personnel safcty equipment: The pilot was wearing all the prescribed
items of flight gear, e only personal cquipment utilized was a day flare,
which the pilot used to signal his position to the rescue helicopter, Even
though the helicopter crew had the pilot in sight, the flare did provide
assistance in determining wind direction. ’

The pilot released his two lower rocket jet fittings and allowed the
liferaft/survival pack to fall free, This was in accordance with previous
squadron training to prevent possible leg injury on landinge The pack did
fall from a height that damaged the ' PRC=17.

L Martin-Baker F-5 seat was installed and functioned normally, One point of
interest was that the drogue piston was swinging back and forth in close
proximity to the pilot's head during the parachutc descente He caught and
held the drogue piston on two different occasions. Mr, Basil McNAB, Vest
Coast lMartin-Baker Representativey revealed this had happened on other occas-
sions, However, no onc had ever been injured by the drogue piston,plus the .
drogue withdrawal linc had to be its present exact length for the system to
function properly, On previous high altitude tests the pilots cut off the
piston with a survival knife when it bothecred them,

L
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PART IX - COMMENTS:
The two cause factors of this accident ware:

A. Failurc of the starboard wing hinge pins to complete
full travel,

Be Failure of the wing hinge pin lock controls to indicate an unsafe
condition,.

*
It is the opinion of the board that the reason the wing hinge pins did not
complete full travel was due to a malfunction of the starboard wing
spread sequence valve as discussed in the investigation and analysis. Had
a requirement existed to check the adjustment on the wing spread sequence
valve periodically, the probability of this accident occurring would have been
lessened considerably. The failure of the wing hinge pin lock controls to
indicate the unsafe condition stated above, cdn be attributed to either
improper rigging, or narmal wear/stretch of the system on the starboard
side to allow an out of rig situation to develop,

The present wing hinge pin lock system, even with ASC 303 incorporated

is considered to be unsatisfactory from a design stand point, in that the
system can indicate proper wing hinge pin operaticn, when in fact an unsafe
condition existse It is felt that corrective measures should be directed
toward the design of an indicating system directly dependent upon wing hinge
pin action, rather than toward further md;.ficaﬁon of the exdsting wing
hinge pin lock installation,
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PART X = RECOMMENDATIONS

1. Revise HML NAVAER Ol=)SHHC=2=3 as follows:

a. Paragraph 1179, subparagraph (e.) With hydraulic power on, turn
adjusting bolt out until it contacts outer wing panel bracket and wing hinge
pin extends fully. Check extension as per FIG 1L); steps 2L and 25,

be Paragraph 1179, subparagraph (f.) Turn adjusting bolt out TWO full
turns, tighten and safety locknut., NOTE: Insure that sequence valve plunger
does not rotate while adjusting bolt is turmed.

2+ The locknut on the adjusting bolt of the wing spread sequence valve be
modified to permit effective safety wiring to the plunger.

3. Inspect and re-rig the setting of the wing spread sequence valve on each
aircraft calendar major inspection.

L. Revise the FBU flight handbook to emphasize the necessity for placing
the cockpit wing lock control lever into the fully aft detent position.

Se A device be developed that will provide a positive visual indication

that the hydraulic wing hinge pins have fully extended. To do so adequately,
the indication must be as a direct result of wing hinge pin movement. The
indication could be warning flag movement at the wing fold area. Even more
desireable would be a warning light in the cockpit, depcndent upon micro-switch
actuation at full travel of the wing hinge pins, providing both day and night
indication directly to the pilot,

16
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HELICOPTER RESCUE REPORT OFNAY REPORT 37 8¢
OPNAY FORM 3750-12 (REV. 4-59)

INSTRUCTIONS: 1. Mail original and one copy direct to NASC 4. Use local time.
and one copy direct to ONO. S. If exact data 18 unknown such as time, tempera-
2. Report will be submitted within five working ture, etc. give spproximate deta
d 6. Enclosures will be appended to the report 1{ the
days of rescue or attempted rescue. statement will amplify the dats on the form (o g .
3. Serialize by calendar year (e.g., first report Survivor had difficulty due to insufficient training
for 1559 would be 1-59, second 2-59) 7. Refer to the effective edition of OPNAVINST 3750.4
. REPORT DATE REPORT SERIAL MO
T0: Commander, U.S. Naval Aviation Safety Center HELO. MODEL [ oremating wase
COPY TO: Chief of Naval Operations HRS=3 “'m | HOAAS Tuma
DATE OF EMERGENCY TIME (Lecal) LOCATION OF EMERGENCY
TIME AND METHOD OF NOTIFICATION OF EMERGENCY TIME OF ARRIVAL AT SCENE 1 TIME OF ACTUAL RESCUE YOTAL ELAPSED FLIGHT TiwE
0910 Cvash Phone 09307 1 0.8
RSONNE. RESQUE INSTRUCTION PICK-UP
HELICOPTER RESCLE PE - RANK. | SERVICE/FILE NO. FORMAL SOHOOL ATTENDED —
NAME . LAST, FIRST, MIDOLE INITIAL RATE FORMAL WRS.| 300, wWRS A

- & - 6
_ . It

- “ -

B -

SCUED PERSONNE] RANK , INJURY - PHYSICAL CONDITION - SURVIVAL GEAR
Bx = RATE | SERVICE/FILE NO. WEIGHT | 2 —_—
WAL »SLABY < EERET ;o] OLE T NA JIAL CLASS (1) | sumvivaL ceam usic /Ju..- raft, ete

(190 8 |4 Bone

NOTE Q Physical Condition Code, A - Conscious, B - Conscious, unchble to assist, C - Unconscious

RESCUE CONDITIONS AND PROCEDURES

RESCUE SITE WAS OVER PICK.UP METHOD IF WOVER, GIVE WPV AND WP WHILE MO1STING f CQUIPMENT USED (Sling, seat, efc,)
@ Lo D'"" m SET.00WN HOVER u LI n - J u

NUMBER OF PER. REASON NOT RESCUED BY MELICOPTER AND FINAL STATUS PRIMARY AND SECONDARY MLANS OF LOCATING SRy | vORS

SONS AT SCENE n (Dyemarker, flare, smoke, etc,)

Y 1. Divected by Tower.
P 2. Pilot m b M

WIND VEL. AR Tow, DENSITY ALT.| WATER TEMP SEA STATE GINERAL WEATHER AT SITE
MISSION FLOW BY WILICOPTER PRIOR TO THIS EMERGENCY BACK.UP MEANS OF RISCUE = F
v CHECK “A" - CARRIED, NOT USED OR "B" . REQUIRED, NOT AVAILABLE, AND STATE

RESCUE EQUIPMENT

AlB REASON NOT REQUIRED OR IF REQUIRED, WHY NOT AVAILAALE

Iserpenay Gear | Ik

nmm CQUIPMENT AND TEOWIOUES FOR FUTURE RESCUES OF ™IS TYPL (By rescee crew or retcuee)

m-m—

INCQLOSURE(S)
SURYIVOR'S STATEMENT
PILOTTS STATEMENTY (indicate number, if more then one) m

ECIAL HANDLINC REQUIRED IN ACCORDANCE WITH PARA 70, OPNAVINST 3750.6D

-ieme

(Enclosure 7)
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AERONAUT ICAL ENGINEERING GROUP

VJO: eBw
7031 OVERHAUL AND REPAIR DEPARTMENT = X
U. S. NAVAL AIR STATION
NORTH 1SLAND :?;ELE;?
SAN DIEGO 35, CALIFORNIA =
et
3 Octoser 1961 . 22 —

N P -6 2 las &

MooeL F8U-2 AIRCRAFT, BuNo 146982, starsearo wiNG,
COMPONENTS EXAMINATION; RESULTS OF

ReF: g;i VF-12h Der. Ywa usc 1421192 Ser 196!

SusJ:

s) BUWEPSFLEREADREPPAC seoLth 2138 5807 of 15 See 1961

¢) NAVWEPS O1-45HHC-2-3, HaNDBOOK OF MAINTENANCE
INSTRUCT1ONS, REVISED | FEB 1961

(p) NAS NI LES U43-252 of 9 Mar 1959

ENcL: i\ NAS NI Puoto LAA-18 29
2} NAS NI Puorvo LAA-18360
DIR ON SUBJECT AIR-

1. Rererence (A) REQUESTED AN ENGINEERING
Reremence (8)

CRAFT LOST DUE TO LOSS OF RIGHT WING TIP,
AUTHORIZED THE PERFORMANCE OF INVESTIGATION.

2. THEL FOLLOVING COMPONENTS OF THE SUBJECT AIRCRAFT WERE RE-
CEIVED FOR EXAMINATION TO DETERMINE POSSIBLE CAUSE FOR LOSS

OF STARBOARD (RIGHT) WING TIP?

A. RIGHT WING TIP,

B. FORWARD AND AFT, RIGNT WING, HINGL PIN cVLnnotsé

c. RigHr “Q D, WING SPREAD SEQUENCE VALVE, PN 10 ﬁ63,
SN 9205,

D. RIGHT HAND, AFT PIN SAFETY LATCH,

£. LEFT WING, HINGE SPAR SECTION,
F. RIGHT HAND OUTER DROGP CYLINDER, P/N 1011940-1,

S/N 969237,
6. RIGHT MAND CECNTER WING, OUTBOARD DROOP CYLINDER,

P/N 189EA-10X, S/N 100,
M. LEFT MAND CENTER WING, OUTBOARD DROOP CYLINDER,

P/N 180EA., Dash NUMBER UNKNOWN.

3. RESULTS OF EXAMINATION:

EXAMINATION OF THE RIGHT WING TIP PANEL REVEALED THE
PANEL HAD SHEARED IN A FORWARD AND UPWARD DIRECTION BEGINNING
AT THE AFY EDGE OF THE LOVER AFT HINGE FITTING. INTERNAL
DIMENS IONS OF THE REMAINING LUG BUSHINGS FROM THE FORVWARD AND

AFT OUTBOARD MINGE FITTING ARC:

(1) Ferwaro rivring, PN CV15-910536-004
VERTICAL SPANVISE

A

(A) remwARD LUG

0.9390 1ncH 0.9393 IN

FORWARD EDGE
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AFT EDGE 0.9388 0.9385
(2) Arv rivring, PN CV15-910536-006
(A) FORWARD LUG VERTICAL SPANWISE
FORWARD EDGE 0.9390 0.9400
AFT EDGE 0.9303 0.9385

(e) cenver Luc

FORWARD EDGE 0.9388 0.9388
AFT EDGE 0.9382 0.9402

NowiNAL PRiINT BUsHiNG |. D. 18 0.938 + 8:8888 incw.

THE LOCKING PINS WERE NOT COMPLETELY THROUGH THE HINGE
FITTING LUGS AT THE TIME OF SEPARATION OF THE OUTER WING PANEL
FROM THE WING. THIS IS EVIDENT BECAUSE OF THE UNDAMAGED LUGS
REMAINING ON THE WING OUTER PANEL HINGE FITTINGS. THE LUGS,
SHEARED FROM THE OUTER WING PANEL FITTINGS, WERE RECOVERED WITH
THE FORWARD AND AFT HINGE PIN CYLINDERS AT THE SCENE OF THE
CRASH. THE WING OUTER PANEL HAD A SHALLOW COMPRESSIVE BUCKLE
ON THE UPPER SURFACE APPROXIMATELY THREE FEET FROM THE T!P
RESULTING FROM GROUND IMPACT.

8. FORWARD ANR AFT, RIGHT WING, HINGE PIN CYLINDERS,
P/N CV!5-901021-008 axp P/N CV15-901030-C10. BoTH WING HINGE
PIN CYLINDERS WERE RECOVERED FROM THE AREA OF GROUND IMPACT
OF THE AIRCRAFT. THE PINS WERE FOUND EXTENDED SUFFICIENTLY
YO BE THROUGH ALL OF THE INDOARD LUGS FROM BOTH FITTINGS,
THE LUGS SHEARED FROM BOTH THE FORE AND AFT FITTINGS WERE
FOUND TO BE POSITIONED BETWEEN THC PROPER LUCS FROM THE INBOARD
FITTINGS., IMPACT WITH THE GROUND AND RESULTING JOSTLING OF THE
DEBRIS SUBJECTED THE PINS TO A FORWARD MOMENTUM, THEREBY PENE-
TRATING THE REMAINING LUGS. THE LUGS WERE REMOVED FROM THE :
LOCKING PINS AND THE SECOND LUG FROM EACH OF THE INBOARD FITTING!
CUT IN HALF. s

NOTE: THIS VAS THE SUSPECTED POINT OF PENETRATION FOR THE
LOCKING PINS IN BOTH FITTINGS. EXAMINATION AFTER i
CUTTING REVEALED BOTH THE FORWARD AND AFT LUG BUSHINGS
MAD DEFINITE MARKS., OSEE ENCLOSURES (1) ano (2).
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c. RIGHT WAND WING SPREAD SEQUENCE VALVE, P/N 1008463,

SN 9Y2465:

(1) THIS VALVE WAS STAMPED AS HAVING BEEN ASSEMBLLD
AT CHANCE VOUGHT 3RD QUARTER 1959. No OTHER OVERHAUL OR
REPAIR INDICATED., THE INTIRNAL COMPONENTS OF THE VALVE WERE
MISSING., THE uousuna, 1007103, HAD SHEARED THE FOUR
RETAINING SCREWS, Ol-Alo-u. THE SHEARING OF THE
SCREWS PERMITTED ALL lNTElNAL COMPONENTS TO BECOME SEPARATED
FROM THE HOUSING BODY. DIRECTION OF SHEAR APPEARED TO BE
FORWARD AND UPWARD. |T WAS NOT DETERMINED I|F THE SHEARING
OCCURRED WHEN THE OUTER PANEL SEPARATED OR AS A RESULT OF
IMPACT WITH THE GROUND.

0. RIGHT HAND, AFT PIN, SAFETY LATCH, P/N CV15-903050-012,
HAD A SLIGHT WEAR INDICATION ON THE INNER EDGE AND FACE.

£. LEFY WING, HINGE SPAR SECTION. THE PORT WING HINGE
PINS WERE EXTENDED ALL THE WAY THROUGH THE LUuGS. THE FORE
AND AFT LOCKING LATCHES APPEARED TO HAVE BEEN IN THE LOCKED
POSITION. THE MUTILATED CONDITION OF THIS SECTION PRECLUDED
ANY DEFINITE STATEMENT AS TO CONDITION. THE LEFT WING FRONT
LOCKING ASSEMBLY MECHANISM WAS MISSING.

F. RIGHT HAND OUTER DROOP CYLINDER, P/N 10119h0-l.
S/N 969237. THIS UNIT WAS CLEANED AND INSTALLED ON THE TEST
BENCH., LL TEST REQUIREMENTS WERE MET WITH NO INDICATION OF
INTERNAL LEAKAGE.

RIGHT MAND CENTER WING, OUTBOARD DROOP CYLINDER,
P/N 189EA-IOX, S/N 103, THIS UNIT WAS CLEANED AND INSTALLED
ON THE TEST BENCH. ALL TEST REQUIREMENTS WERE MET WITH NO
INDICATION OF INTERNAL LEAKAGE.

M. LEFT HAND CENTER WING OUTBOARD DROOP CYLINDER, P/N 139€EA |
DASH NUMBER UNKNOWN, DATA PLATE MISSING FROM UNIT. |7 was
IMPOSS IBLE TO TEST DUE TO CRACKED HOUSING. DiSAsSSEMBLY DIS-
CLOSED NO APPARENT MALFUNCTION OF UNIT PRIOR TO GROUND IMPACT.

4, CemcrLusions:

A. THE COMPRESSIVE BUCKLE IN THE UPPER SURFACE OF THE
WING OUTER PANEL 18 BELIEVED TO WAVE RESULTED DURING GROUND
IMPACT, IT 1S FURTHER BELIEVED THAT FAILURE OF THE VWING OUTER
PANEL ATTACHING STRUCTURE RESULTED FROM FAILURE OF THE WING !
HINGE LOCKING PINS TO ENGAGE ALL OF THE LUGS, THUS PLACING
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UNDUE LOADS ON THE TWO OUTER PANEL LUGS, WHICH WERE ENGAGED.
EncLosures (1) AnND (2) INDICATE THE POSITION OF PINS IN THE
SECOND LUG FROM THE REAR OF EACH INBOARD FITTING. THERE WAS
NO INDICATION OF RUBBING OR MISALIGNMENT TO THE FRONT OR REAR
FACES OF THE REMAINING LUGS STILL ATTACHED TO THE OUTER WING
PANEL. THE WEAR OF THE OUTER PANEL HINGE FITTING BUSHINGS WAS
NOT BELIEVED TO LIMIT THE HINGE LOCKING PINS FROM FULLY EX-
TENDING., THE WEAR PATTERN IN THE BUSHING LUGS, AS SHOWN IN
encrosures (1) ano (2), WAS APPARENTLY FROM THE LOCKING PINS
EXTENDING TO THESE POINTS AND THEN THE WHOLE FITTING BE ING
SUBJECTED TO VIBRATORY AS WELL AS FLIGHT LOADS.

8. THE VING SPREAD SEQUENCE vALve, P/N 1008463, was
BELIEVED TO BE THE MAJOR CONTRIBUTING CAUSE FOR THE MISPOSI~-
TIONING OF THE LOCKING PINS. A SIMILAR CONDITION OF THE
LOCKING PINS EXTENDING INTO THE THIRD LUG WAS EXPERIMENTALLY
DUPLICATED BY A SLIGHT CHANGE IN THE ADJUSTMENT OF THE
ADJUSTING SCREW IN A SIMILAR vaLvE., Reremence (c), secrion 111,
PAGE 26\, PARAGRAPH 1179, DESCRIBES THE RIGGING OF THIS VALVE,
IT 1S POSSIBLE, DURING RIGGING, TO ADJUST THE SCREW AND, WHILE
LOCKING THE JAM NUT, CHANGE THE POSITION OF THE ADJUSTING
SCREV AND THEN SAF TY WIRE THE VALVE VWITH THE RESULT THAT THE
LOCKING PINS WILL NOT FULLY EXTEND UPON SPREADING THE WINGS.
REPEATED FOLDING AND SPREADING OF THE WINGS CAN CAUSE BENDING
AND PEENING OF THE STRIKER BRACKET, WHICH WOULD AFFECT THE
ADJUSTMENT OF THE SCREWV. TMIO, THEN, VWOULD PREVENT THE FULL
EXTENSION OF THE LOCKING PINS. ReFeRENCE (D) CAUTIONS AGAINST
THE HAPHAZARD ADJUSTMENT OF THE SCREV, In ADDITION, REF~-
ERENCE (D) REQUIRES AN INSPECTION OF THIS VALVE TO INSURE
PROPER FUNCTIONING OF THE LOCKING PINS AND WARNING FLAGS.

€. THE WORN AREA ON THE HINGE PIN LOCKING LATCH WAS
BELIEVED TO HAVE RESULTED FROM CONTACT WITH THE LOCKING PIN
LipP,

D. NO MALFUNCTION ATTRIBUTED TO THE DROOP CYLINDERS
SUBMITTED FOR INVESTIGATION.

€. |T WAS CONCLUDED THAT THE LEFT WING HINGE PINS WERE
FULLY EXTENDED AND PRESUMED TO HAVE BEZEN LOCKED. CeNcLUSIVE
EVIDENCE WAS LACKING DUE TO CRASH DAMAGE.,
5. RECOMMENDATIONS: |T 1S RECOMMENDED THAT:
PN Ao RING RIGGING OF THE WING SPREAD SEQUENCE VALVYE,

1

35 THAT EXTREME CAUTION BE PRACTICED TO INSURE THE
FULL EXTENSION OF THE LOCKING PINS,

y
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8. THAT JAM NUT, P/N NAS 509-L, BE UTIL1ZED WHICH
INCORPORATES SAFETY WIRE HOLES. ALSO, THAT | MSTRUCTIONS BE
{$SUCD TO SAFLTY THL SHAFT, NUT AND BOLT HEAD IN A CONT INUOUS
SAFETY-WIRE LOCK.

C. A SIGNAL DEVICE BE INCORPORAT(D WHICH, WHEN THE LOCKING
PINS ARE FULLY EXTENDED, GIVES AN INDICATION IN THE COCKPIT
THAT THE PINS HAVE FUuLLY EXTENDED.

RgPORT BY

APPROVED:

AERONAUTICAL ENGINEERING SUPT.

Copy YO!
VF =124 EMAINT. ofF.)
BUWEPS FWAE)
',-__4.’Uﬁﬂi NORVA
A NAS NORVA (0&R)

BUWEPSFLEREADREPPAC
BUWEPSFLEREADREPLANT

COMNAVA IRPAC

COMNAVA IRLANT

CHANCE VOUGHT, VIA BUWEPSREP, DaALLAS




FWo

AFT HINGE FITT/NG

ENCLOSURE (/)
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FWD HINGE FITT/NVG

ENCLOSURE (2)
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OPNAY FORM 3750.8 (Rev. 5.58)

MgnIGAI: OFFICER'S REPORT OF A/C ACCIDENT. INCIDENT. OR GROUND ACCIDENT — PAGE 1
See OPNAVINST. 3750.6C for éustructions - SPECIAL 11

OPNAY SEPORT 374
(‘h’llll.\l. REQUIRED

SECTION A - IDENTIFICATION

v% and mailing address of activity)
. ARTZORA

mature of Medical Officer)

DATE

22 Sept &

GROUND
ACCIDENT

e o

& TIME AND ZONE

0900 T 9 Sept G

7 DATE

9 MODEL A/C

FEU=2

10 BUNO

L6582

11 NO. OF OCCUPANTS

12 TYPE ACCOT 13 DAMAGE coDE

1 E=1/0=7 A

CEREEET

] A;’m.n-‘('i.uuuu oATE
L22 Sept €1
T4 UNIT OPERATING A C 3 o

VF=124

15 INDIVIDUALS INVOLVED
SHEETS IF REQUIRED
wawe (Last, first and middle initials)

USE ADDITIONAL

16. "7 " " 0
UNIT TO WHICH ATTACHED RANK FILE/SEAV. NO BILLET BRANCH OF Niuwy s e
RATE DESIGNATOR SERVICE CODE SITION

IN CONTROL OF A/C

~ VHF= 3k

29 CLARIFICATION OF ITEMS 15 22 WHEN NECESSARY

16, TAD from VF-334 to VF.

24 MODEL - OTHER A/C IF INVOLVED

5. BUNO

26 NO OF occuPants | 27

30 DETAILED NARRATIVE ACCOUNT OF ACCIDENT (Use additional 8 X 10'; plain sheets if rr;;:rf:””

Sce Addendum

=m0 wazn | [

UNIT OPERATING A ¢

EMCH L | E

28 DAMAGK CODE | 29 KEPORTY NO

SECTION B - MEDICAL OFFICER'S QUESTIONNAIRE

YES| NO| DID THE FLIGHT SURGEON

(1f ""NO" state reason in space below.)

1. VISIT THE SCENE OF
X|  vvE misnar?

Squadron was deployed to

2. PARTICIPATE FULLY IN THE
FIELD INVESTIGATION?

the site was mot indicated ,

Arisona at the tims of the

3. PARTICIPATE FULLY IN THE
x DELIBERATIONS OF THE A/C
+CCIDENT BOARD!

GIVE APPROXIMATE NUMBER OF HOURS SPENT
BY THE FLIGHT SURGEON:

4 IN FIELD INVESTIGATION

e

S IN BOARD DELIBERATIONS

[ S IN PREPARATION OF THIS REPORT

7 REPORT PREPARATION CHECK LIST

ALL PARTS OF
FORM COMPLETED

RVIVORS
RRATIVES

[ reoves

CONCLUSIONS AND
RECOMMENDATIONS
=

QUIRED cOPIES
RANISHED

il

I U 8 GOVERNMENT PRINTING OFFICE = 1960-34320%




ADDENDUM to Page #1, Item 30 of HOR 1l=61, VF=l2)

Pilot was on a routine gunnery run at 20,000 ft. On his lach pass he
decided that his approach was unsatisfactory in regard to tow target
alignment, did not fire, and was in a right bank pulling approximately L G
attempting to regain "perch" position, At this time he belicves that right
wing entered slipstream of tractor aircraft, Immediately thereaiter his
aircraft went into an uncontrolled maneuver to the riht ‘n a violent
fashion, Aircraft continued in this uncontrolled "corkserew! motion and
although pilot's head was banging both sides of cauopy in t .is violent
maneuver he managed to reach control to pneumatically depress leading edre
droop as a method to recover from spin. Sufficient control was regained
to stop the spin and he remained in a 120 dege dive at 550 ktse lle elected
not to pull face curtain although he was able to reach it and hacd done so at
least twice during descent., Pilot regained level flight at L,000 fect with
350 kts. IAS, assessed damage via rear view mirrors and could see that richt
wing was sevarely damaged. I[e comienced a climh to 10,000 feet wherc slow
fli /ht was attempted unsuccessfully since plane tended to become uncontrolle
able below 250 kts. lHaving been in contact with squadron mates during this
period, he began ascent to 20,000 r'ccv and announced his intentiocns to
ejects Ejection was satisfactorily accomplished at this altitude, 250 kts.
and a 45 deg bank, the latter a result of aircraft's tendency to roil in this
direction in spite of pilot applying stick pressure with risht knee. Ejection
and survival gear functioned without difficulty and pilot reached ground
without injury.




“_"DICAL OFFICER’'S REPORT OF A/C ACCIDENT, INCIDENT, OR GROUND ACCIT!NT—cho 2
OPNAV FORM 3750-8A (Rev. 5-58) OPNAV RePORT 37507

SECTION C—PHYSIOLOGICAL. HUMAN En oINEERING. DESIGN, SOCIO—PSYCHOI.OGICAL ANL (RAINING FACTORS
WHICH CONTRIBUTED IN SOME DEGREE TO THIS A/C ACCIDENT. INCIDENT. OR GROUND ACCIDENT

NAME OF INDIVIDUAL  (Las, firs, middle) | MODEL A/C
F8u=-2
E(,he;k E-E ;:lshﬁl. d o;-;l-’rmt for e-_c;Ahrc’lor wk\t«l Addlllnnnl 8X10% plain sheets will be used for the sup
porting account of items checked below. Identify cach statement with the factor and section identification (e g., C1, C2, ete.)
Attach lll lheeu pertaining to these factors to this form upon eompletlon N
E l s[p - vV FACTORS E|s|P vV FACTORS
| PHYSIOLOGICAL: - SOCIO-PSYCHOLOGICAL: (Emaotional sress frov duty sources)
l \ jcally inc incapacitated in flight | [ 29. Expeditings/Delays
| 2. “G" fore forces 1ods & 3 ! ‘ \ 30. {Ve‘lher
z 3. l-.n\lrt;nme_nﬂlivu External 4 | | ll M;c_l:nlcal Problems
: 4 - Internll— i 32. Social and;;;i-inu relationships
| | 5. i;aggm}exvloslve daeompremlon i I 33. Personal comfort -
N [ & Disteri® A% G Fale® |4 [ 34. Regulations
R | 7. Fatigue [ 35. Facilities
N SV-AHypoxh = K 5 e | 8 _Ii : -36. Navigation
1T 9. Related lllness ¥ 3 37. Duty assignment B
= 10. Vertigo|Disorientation/Illusions 11 38 Personality traits.
|11 Hyperventilation ~ || || woN-sTRESs FACTORSs:
| 12 Druss o i ]I 1 R 39. Faulty attention
i | Physical state A‘h__‘ q . | | | | 40. Poor judgement
i i i 14. OTHER: X o 8 (R 41. Forgetfulness
B | HUMAN ENGINEERING AND DESIGN: =13 42. OTHER SOCIO-PSYCHOLOGICAL FACTORS

15. Personal equipment

16. Displays andfor controls
17. Work arrangement
8. Working environment

19, Habit Interference TRAINING FACTORS:
P 20. OTHER: 2 : 3 5 5 ;; I’hyslolonle;l’lrulnhu'
SOCI0-PSYCHOLOGICAL: (Fmotional ress from non-duts sources) 44. Emergency Procedures training
) . Pregnancy it 45, sur\lv-l and rescue training
. : 721. Iliness or death 3 46. Relr«her (rninlmz
= 23, Ar " AT ] [ 47. Transition training
. 24. Elated[Depressed state izl e | e otHer:
25. Personal habits - Drinkiog [
26. - Sex
B 27. - Gambling )
el ~ <Debs DN
SECTION D — AIR CREW DATA (fill in where applicable)
1. Flight time past 30 days ’ 7. Total time in model el -,&hﬂ
2. Flight time last 24 hours Gl ﬁ |} 8 Number of days grounded last month, give reason
3. Number of flights in last 24 hours i B Nome 7
4. Time at controls this flight 9. Number of and dates of previous accidents
5. Number of hours duty last 24 hours
6. Total flight time S

SECTION E — CONTRIBUTING FACTORS AND THEIR ANALYSIS (As condensed from Part 1, Sect. D and Part VIII of the ARR)

NOTE: Fill in this section only on that set of forms prepared for FIRST individual listed in Section A, l.e. 15(a). Attach
additional sheets as necessary.

Ko or paychistrie fastose involved, Pllot electiom not to
ejest whem in spin 15 open to question, but successful ejection later is

WU. 5. GOVERNMENT PRINTING OFFICE: 1900~ 870808







F‘;}-IICAL OFFICER'S REPORT OF A/C ACCIDENT, INCIDENT, GROUND ACCIDENT — PAGE 4
OPNAV FORM 3750-8C (5.58)

4
V',

OPNAY REPORTY 37807

SEC, 4 G-DETAILED EQUIPMENT QUESTIONNAIRE (Continard)

INTEGRATED WARNESS SYSTEM, MOD|

B P=§

MODEL A/C

LIV A 141 20, INTEGRATED!

LAY

PARTIAL

21, MODIFICATIONS, IF ANY STATE REASON

.. [l

21. DID INTEGRATED MARNESS FIT PROPERLY! IF MO, LIST DISCREPANCIES IN FIT AND GIVE REASONS THEREFOR

23 INTEGRATED MARNESS FITTING WAS

WEARER D FLIGNT SURGEON

CONDUCTED BY:

PARACHNUTE RIGGER

D AVIATION EQUIPNENT OFFICER

[ e

RESTRAINT HARNESS

24, IF SHOULDER MARNESS

t
E TIONT D SLACK

DO'

Locken UNLOCKED WER CONDITION
2. TYPE WELWET 26. LIST PRESCRIBED MODIFICATIONS
15 [37 GTwen wosiricATIONS WD REASOW FOR THEW 20, DID WELMET FIT PROPERLY! IF MO, GIVE REASON
=
pr |
w ves D o
F 37 WELNET FITTING WAS CONDUCTED BT,
D weARER D FLIGHT SURGEON B PARACNUTE RIGGER D AVIATION EQUIPNENT OFFICER D oTHER
e ———— S
30. TYPE CHUTE 31. LAST PACKING DATE 32. MODEL/TYPL BAILOUT OXYGEN 33 AUTOMATIC RIPCORD, IF INSTALLED Iﬂd:l and type)
B r-5 NONE
E— —
34 DID AUTONATIC RIPCORD FAILY IF YES, WHY! 35 WAS RIPCORD ACTIVATION
NANVAL AuTOMATICY
36, IF WANUALLY ACTIVATED STATE REASON AND ANY DIFFICULTIES ENCOUNTERED
70, ALTITUDE TWAT CNUTE OPENED
v o 11,000 reey
39 OPENING SHOCK WAS, 40, BODY ATTITUDE AT OPENING 41, CONDITION OF CHUTE AFTER OPENING
sient wODERATE D sevens Sitting Full

41 CWUTE OBCILLATION PRESENT,

D noNE D SLeNT D NODEAATE D sevine

TI. 17 OSCILLATION WAS PRESENT, NOW WAS IT STOPPED!

PARACHUTE

44, WEATNER CONDITIONS DURING ORSCENT (Litl In sequence)

1. WAS A 8

es

ING POSITION IN SLIN

O (o Bt

45, TOPOGRAPHY OF LANDING BITE

47, WAS BAILOUT OXYGEN USED! IF NOT, WhY

49, GIVE DIFFICULTIES ENCOUNTERED WITH BAILOUY OXTGEN AND THEIR CAUSE, 17 ANT

DURING DESCENT! IF NOT, WHY!

S4._LIST TYPE OF PARACHUTE TRAINING
wong

S0 IF ATTENPT WAS RELEASE
RELEASE ACTIVATED SUCCESSFULLY!

" L
— e

3. WAS PARARAFT LANYARD mill YO LIFE VEST D RING! IF NOT, WY

N Y s

ves
—
COMPLETED DY THIS INDIVIOUAL
ARAFT DURING DESCENT, WAS e, nO, Siv

D s g“

e ——
7. 17 GSUIT, EXPOSURE SUIT, FULL OR PARTIAL PRESSURE SUIT WAS woR
THEREPOR,

—
N, DID IT FIT PROPERLY] IF NOT, LIST DISCREPANCIES IN FIT AND GIVE AEASONS

—
Tiizee

—
ll‘.qlv IF YIS, STATE ITEN, WHEN DISCARDED,
N

T



















= ; VF-124 AAR ot IS | 1463 82
VIEwW OF AFT LOCKING CYLINDER AN LUGS (NS INTACT LUGS ON WING PANEL)
SPECIAL HANDLING READ. IN AccOADANC & RPN AV INST 3750.G0 PARA 70 ENCL (g1 )




VF-124 AAR T-6| F8U-12 BUNO 146982
VIEwW OF "~ FwWD LOCKING CYLINDER AND LUGS ( NOTE ONME LUG 135 STILL INTACT)
SPECIAL HANDLING REQ@. IV ACCORDANCE WITH OPNAV INST 3750.60 PARR 70 EWwNcCL. ‘FE )




Paall4 AAR T-GI  F8U-2 BUNO (46982 /
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